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FEDERAL
REPORT ON CIVIL AVIATION, JUNE 1951 THROUGH
OCTOBER 1952
By DONALD W. NYROP
Chairman,Civil Aeronautics Board
HE following is a summary of the important trends in the development
of the air transport industry during the Chairmanship of Donald W.
Nyrop, June 1951 through October 1952, and the significant major accomplishments of the Civil Aeronautics Board during the same period.
During this period of 17 months there has been real progress toward
the attainment of the objectives of the Civil Aeronautics Act; there has
been a substantial increase in the acceptance of air transportation by the
travelling public, particularly in the low fare field; and there has been continued financial health of the United States air carriers without a concomitant increase in their dependence upon Government support in the
form of subsidy.
The air transportation industry during the past year continued a trend
of expansion and general financial, improvement. Revenue passenger mile
volumes over our 162,000 domestic and 240,000 international route miles
increased for all segments of the industry except the Alaskan carriers.
Volumes of air mail and cargo, like passenger traffic, showed continued
increases over earlier periods. For our domestic and territorial lines mail
revenues (compensatory and subsidy) comprised approximately seven percent of the total revenues, while our international carriers' mail revenue
accounted for approximately 16 percent of all revenues. Both of these figures
are for the fiscal year 1952 and are lower and reflect less dependence on
mail subsidy than at any time during the past five years.
During the past 17 months the Civil Aeronautic Board's productivity has
been substantially improved and the Board has formulated and clarified
several important policies. The following is a brief summary, by functions,
of these activities.
T

Separation of Subsidy Payments From Total Mail Payments to the
United States Air Carriers
The President of the United States in his Budget Messages to Congress
in 1950, 1951 and 1952 recommended to the Congress the immediate enactment of legislation to provide for the separation of subsidy payments from
mail compensation. On July 9, 1951, the Civil Aeronautics Board, to assist
in expediting the President's recommendations, advised Senator Edwin C.
Johnson, Chairman of the Senate Interstate and Foreign Commerce Committee, that the Board would go forward with an administrative subsidy
separation program and that on or before September 30, 1951, the Board
would submit to the President and the Congress its subsidy separation report
relating to the domestic airlines. This letter also advised Senator Johnson
that on or before June 30, 1952, the Board would have a similar report for
the President and the Congress concerning international, overseas and territorial carriers. These two initial Subsidy Separation Reports were issued
on schedule by the Civil Aeronautics Board and, in addition, on October 1,
1952, the Board issued a third subsidy separation report, which brings the
information concerning subsidy payments up-to-date showing actual pay-
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ments for the fiscal year 1951 and 1952 and projecting estimates for the
years 1953 and 1954. The October 1, 1952, Subsidy Separation Report shows
that during the fiscal year 1952 the total mail payments to all U. S. airlines
(domestic trunk, domestic local service, helicopter, overseas, territorial and
international) amounted to approximately $123,000,000. Of this amount
$71,356,000 is considered to be subsidy (domestic subsidy is $26,013,000
and international, overseas and territorial is $45,343,000).
On July 1, 1951, there were no U. S. carriers on final mail rates that were
free of subsidy. However, the Board in its mail rate proceedings has now
been able to place 10 domestic airlines, which carry more than 90 percent
of the domestic air mail, on mail rates that are completely free of subsidy.
Accelerated Mail Rate Programof the Board
The Civil Aeronautics Board on July 1, 1951, had a very substantial
backlog in its mail rate program. A substantial number of air carriers were
operating on temporary mail rates for the transportation of mail and the
open mail rate periods extended into the past for considerable periods of
time. Since July 1, 1951, the Board has established 47 final mail rate cases
and 42 temporary mail rate cases for a total of 89 mail rate cases handled
in 17 months. During no other comparable period in its existence has the
Board placed so many carriers on final mail rates. By way of comparison, the
Board during the prior year handled 13 final and 27 temporary mail
rate cases.
The immediate effect of the Board's Subsidy Separation Reports and the
Board's expedited mail rate program is the saving of substantial sums of
money by the Federal Government. In the final mail rate decisions made by
the Board since September 19, 1951, 14 decisions have resulted in refunds
Name of Carrier

Recapture

TRUNKLINES

Am erican ......................................
Colonial ........................................
E astern ........................................
Mid-Continent ..................................
Trans W orld ...................................
U nited .........................................
W estern ........................................
STUB ENDS
American (International) .......................
Eastern (Overseas) .............................

$

610,000
116,000
579,000
19,000
2,113,000
1,657,000
335,000
66,000
13,000

INTERNATIONAL

Chicago and Southern ...........................
Panagra .......................................
PAA - Pacific ..................................
ALASKAN

Alaska Coastal ..................................
Pacific Northern ................................
TOTAL ....................................

716,000
3,162,000
5,788,000
19,000
149,000
$15,342,000

to the Government of $15,342,000. Thirteen cases have resulted in airlines
receiving additional payments in the amount of $3,669,000. Therefore, there
has been a net refund to the Government of $11,673,000 in processing these
permanent mail rate cases.
The use of the new final mail rates established by the Board will result
in an annual savings of $13,000,000 to the Government.
In completing the 47 final mail rate cases in the past 17 months, the
Board has disposed of more than 124 cumulative open mail years. There
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are other important mail rate cases to be handled during the remainder of
this fiscal year 1953. However, the Board in adopting the Temporary Mail
Rate Policy of September 19, 1951, and in issuing revised temporary mail
Tabulation of Mail Rate Cases Showing by Carrierthe length of time
between Opening of Case and FinalOrder
July 31, 1951 - October 31, 1952
Length of Time
Carrier
Yrs.
Mos.
TRUNK

Am erican ..................................
Colonial ...................................
Colonial ....................................
Eastern ..................
Mid-Continent ............
..............
Trans World .............
..............
U nited .....................................

3
4
5
4
1
4
4

3
10
3

3
3
2
1
5
3
3
2

6
6
4
6
5
3
10
3

2

5

5
9
5
9
9

6
2
5
8

7
6

LOCAL SERVICE

All American Rt. 49 .........................
All American Rt. 97 .........................
Bonanza ......
...........
Frontier ....
.........................
Monarch ..............................
Robinson ..............................
Los Angeles ............................
W iggins ...................................

TERRITORIAL

H awaiian

..................................

ALASKAN

Alaska Coastal ..............................
Cordova ....................................
Ellis .......................................
Pacific Northern ............................
W ien ......................................

INTERNATIONAL

American (Mexico) .........................
Chicago and Southern .......................
Eastern (Puerto Rico) ......................
Pan American (Alaskan) ....................
Pan American (Pacific) ......................
Panagra ...................................
TOTAL .............................

4
5
4
4
5
5
124 yrs.

3
3
12
12
9
5 mos.

rate orders has substantially eliminated the possibliity of additional overpayments by the Federal Government accumulating to the airlines.'
The Development of Coach-Type Transportation,
Domestic and International
Domestic scheduled air coach officially began in late 1948 between New
York and Chicago. This service was approved by the Board subject to the
conditions that operations be confined to heavy traffic segments, high density
seating arrangements; that flights be scheduled at off-peak hours and the
so-called frills of air travel, such as free meals, be eliminated.
On December 6, 1951, the Board issued a policy statement regarding
coach service which stated in substance that coach operations had conclusively demonstrated their economic soundness and that the certificated carriers should promptly and substantially expand their coach services. This
policy established a maximum fare level not to exceed 4c a mile for the
so-called off-peak services and encouraged the air carriers to establish high
1 The new policy states that the Board will, in temporary mail rates, allow
only such amounts as are deemed necessary for operations prior to establishment
of final rates. This usually amounts only to a break-even need (without profit),
as contrasted to the previous policy of the Board in attempting, in temporary
mail rates, to approximate the probable final rates.
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density daylight coach service at fare levels at or below 412c a mile. The
result of the Board's policy has been a substantial and steady increase in
the amount of coach service offered the American public and a reduction in
coach fares of approximately 11 percent.
At the present time nine certified carriers are providing domestic coach
service to 43 cities and in terms of passenger miles, such coach services
now account for approximately 16 percent of the domestic air traffic. It is
indeed a significant economic and technical aviation development that has
made possible a coach fare of only $99 for a transcontinental trip from
New York to San Francisco or Los Angeles.
In the international field the Board in the summer and fall of 1951 took
a leading part in encouraging the transatlantic carriers to inaugurate coach
service and on November 15, 1951, the Board, in a letter to the United
States members of the International Air Transport Association, suggested
that a North Atlantic tourist service should be inaugurated prior to the
summer of 1952 on a one-way New York-London fare of $265 with a 10
percent "on-season" discount and a 25 percent "off-season" discount for a
round trip., This can be contrasted with the then prevailing first-class fare
of $395. This proposalwas substantially adopted by the transatlantic international carriers and service was commenced May 1, 1952.
From May through July, 1952, the traffic over the North Atlantic
increased 50 percent over the same period of 1951 with only a 10 percent
increase in the number of schedules flown. The two United States carriers
operating over the North Atlantic carried more than 39,000 tourist passengers in the period from May 1 -August 15, 1952. This increase in commercial business will, in my judgment, result in a substantial reduction in
the subsidy requirements of the two carriers.
In my opinion, the next few years will show an even more substantial
growth in the coach-type services and in time, coach travel will become the
predominant form of air travel within the United States. The increased
volume of operations should assist in stabilizing the United States airline
industry and assist in achieving the ultimate objective of a subsidyfree industry.
Airline Mergers and the Board's Program
The Civil Aeronautics Board in the summer of 1951 reviewed the domestic
route pattern in several critical areas and took appropriate steps to encourage mergers as a method of correcting existing unbalance in economic
opportunities between air carriers. The Board was convinced that through
mergers of complementary carriers and consolidation of route segments
better service to the public could be rendered at less cost to the Government.
As a result of the Board's program in connection with mergers there have
been completed two, trunkline mergers and one merger of local service
carriers. 2 This action marks a significant change in the number of air carriers serving the domestic United States.
The Board and its staff takes considerable pride in the expeditious
manner in which the Braniff/Mid-Continent Merger Case was handled. The
proposal was filed with the Board January 24, 1952, and the Board's opinion
approving it was issued May 26, 1952. This period of four months and two
days marks the most expeditious disposition of any large merger proceeding
in the history of the Board.
Two additional major merger cases are now pending before the Civil
2 One merger was denied; Southwest-West Coast Merger was disapproved
because such a merger would tie together for service by one local carrier two trade
areas which are not essentially related to each other.
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Aeronautics Board. They are the Delta-Chicago and Southern Merger Case
and the National-Colonial-Eastern Merger Case. Decision with regard to
the Delta-C & S Merger proposal should be completed by the Board and
presented to the President for approval during this calendar year. The
National-Colonial-Eastern Merger is now being heard before a Board examiner and the case is receiving priority treatment on the Board's calendar.
Route Proceedings and Carrier Certification
During the past 17 months, a substantial part of the Board's time has
been devoted to a review of the temporary certificates granted to the local
service airlines in the domestic United States. During this period, the Board
completed proceedings extending the temporary certificate of nine local
service carriers.
The Board has granted new certificates of convenience and necessity to
four carriers; they are New York Airways, Aerovias Sud Americana, Midet
Airlines, and Mackey Airways. Only one of these new certificates authorizes
the carriage of mail, with a resulting increase of mail pay by the United
States Government. The Board terminated the temporary certificates of
two local service carriers, the Midwest Airlines and the E. W. Wiggins
Airways, because the public benefits of the services were not commensurate
with their subsidy costs.
Another important, complicated and controversial case disposed of was
the renewal of the authorizations under which Pan American and Trans
World Airlines conduct operations over the North Atlantic to points in
Europe and the Near East. This case was expedited and completed in approximately nine months with the approval of the Board's decision by the President on June 28, 1952.
Large Irregular Air Carriers
In recent years much attention has been centered on the Large Irregular
Air ,Carriers or "nonscheduled" problem. The Board on September 21, 1951,
instituted a formal economic proceeding to determine whether the air transportation needs of the United States require the services of the large irregular
air carriers and, if so, to determine the appropriate number and the extent
of authorizations to provide such air service. The Civil Aeronautics Board
fiaaiot conducted a comprehensive evaluation of the role of the large irreguregular carriers since 1946 and it was, therefore, considered fair and proper
that the large irregular air carriers should be given an opportunity to present an affirmative case concerning the need of the United States for their
services in domestic, overseas and international air transportation. This
case instituted approximately one year ago has progressed to the point where
hearings before a Board examiner have been under way for several weeks.
Great interest has been shown in this proceeding and 66 Large Irregular
Air Carriers have filed 216 applications for exemptions and for certificates
of public convenience and necessity.
The large irregular air carriers as a group have made substantial financial progress in the calendar year 1951 as compared with 1950. Gross
revenues increased approximately two times, that is, from $35,000,000 in
1950 to $67,000,000 in 1951. Their profits increased approximately 41/2
times, that is, from $800,000 in 1950 to $3,700,000 in 1951. This increased
prosperity for the large irregular carriers, to a substantial extent, is the
result of the action of the Civil Aeronautics Board in authorizing such carriers to have access to military traffic which was an authorization in addition
to their previous economic operatingauthority.
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Enforcement Activities
The principal purpose of the Board's Enforcement activities is to detect
violations of the Civil Aeronautics Act and the regulations of the Board,
so as to require observance of the law by all persons subject to the jurisdiction of the Board. The discovery and correction of violations of the law
or improper managerial actions has a salutary effect upon the remainder of
the industry and, with this in mind, the Board has sought to indicate to
both the certificated and noncertificated industry a determination to see
that the law and regulations are obeyed.
Within the past 17 months, the Board has instituted action in a large
number of cases involving many types of violations including operations in
air transportation without authority, tariff violations and discriminatory
practices, unlawful interlocking and controlling relationships, unauthorized
free transportation, non-compliance with the accounting and reporting requirements, and failure to comply with the labor provisions of the Civil
Aeronautics Act.
Several specific instances involving certificated and non-certificated carriers will be indicative of the enforcement activities undertaken by the
Board. In the Colonial Airlines Case, certain managerial malpractices and
other matters were discovered with the result that the president of the company resigned from the company, paid $75,000 to the carrier, and a threeman executive committee was set up for the assumption of administrative
and managerial duties. In addition, the Board action resulted in the filing
of criminal information against the carrier and its president; the case is
now pending in the Federal District Court. Also, the mail rates of the
carrier were opened, and partly on the basis of the information known to
the Board as a result of the enforcement activity, the mail rates of the
carrier were reduced by over one million dollars.
A second instance of enforcement action has occurred in the case of
Lake Central Airlines, the management of which has been found by the
Board not to be fit, willing and able, within the meaning of the Civil
Aeronautics Act.
Third, an investigation has been instituted against Pan American World
Airways for certain practices deemed by the Board to be illegal, including
the offering of free or reduced transportation. It is contemplated that this
matter will probably be settled by the issuance of a consent cease and desist
order.
Examples of actions taken with respect to nonscheduled airlines include
one case in which the Board suspended the operating authority of a large
irregular carrier which evidenced a deliberate disregard for the rights and
welfare of the traveling public. A ticket agent was enjoined, at the request
of the Board, from harmful misrepresentations to the public regarding its
status and services. Action was taken against several large irregular carriers
for willful and flagrant violations of the Board's regulations.
Judicial Review of Board Orders
A substantial number of the Board's orders and regulations have been
subject to judicial review. The General Counsel's office during the past 17
months has successfully defended Board actions in 25 cases out of 26 in
which reversal thereof has been sought in the Federal Courts and which
were finally disposed of on the merits. This record clearly attests to the
soundness of the Board's decisions and regulations. Moreover, the favorable decisions thus obtained have assisted and will assist the Board immeasurably in the performance of its duties under the Act.
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Safety Regulation and Accident Investigation
The safety factor in airline transportation (scheduled and nonscheduled)
is a matter of great importance to the Civil Aeronautics Board.
In the field of aircraft accident investigation during the past 17 months
the Board has become current in its work with respect to the investigation
of major aircraft accidents and has been able to issue its accident reports
within a reasonable period of time following the accident. The Board's
activity in safety investigation was marked by significant recommendations
for additional safety regulations arising from analysis by its own experts
and those of other Government agencies of accidents and near accidents.
In addition, the Board has instituted certain policy changes designed
to achieve greater effectiveness in its accident investigation work. The principal purpose of aircraft accident investigation is to ascertain at the earliest
possible time, the cause of any specific accident and then take effective steps
to prevent the recurrence of similar accidents. With this objective in mind,
the Board has instituted the following changes in connection with this
phase of its activities:
(1) The Civil Aeronautics Board adopted a policy that either a Board
Member, an assistant to a Board Member or the Executive Director of
the Board's staff will participate in the hearing of each major aircraft
accident. This policy results in the Board Members being more conversant with the facts and effectively assists in taking timely action
where required.
(2) The Board has established a policy of sending a Board employee
thoroughly conversant with the Civil Air Regulations, to each major
aircraft accident hearing so that possible violations of the regulations
and possible needed improvement or changes in the regulations can be
ascertained during the initial stages of the investigation.
The safety record of the certificated air carriers in the calendar year
1951 was 1.3 deaths per 100,000,000 passenger miles and in the case of
irregular air carriers it was 7.2 deaths per 100,000,000 passenger miles.
If the air carriers, both scheduled and nonscheduled, can operate without
a major accident during the rest of this calendar year, it may be possible
for the industry to achieve a safety record comparable to the best safety
record of any previous calendar year.
The Civil Aeronautics Board has intensified its efforts during the past
17 months to promulgate safety regulations designed to insure greater
safety for the airline passengers, crew and general public. The Board has
taken, among others, the following actions in promulgating safety regulations:
(a) Required each large irregular air carrier to designate a chief
pilot responsible for assuring the proficiency of all pilots used by the
company;
(b) Required each large irregular air carrier to designate an adequate
number of check pilots and to increase the standards for pilot proficiency checks;
(c) Strengthened the flight training programs of the large irregular
air carriers;
(d) Reduced the operating weight of all C-46 type aircraft used commercially for the carriage of passengers from 48,000 to 45,000 pounds
to increase safety. This was done on an emergency basis pending permanent action;
(e) Conducted special safety investigations of the operations of
certain irregular air carriers and as a result recommendations were
made to the Administrator of Civil Aeronautics, Department of Corn-
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merce, with respect to further inspections and tighter enforcement of
the Civil Air Regulations;
(f) Revised the maintenance parts of the Civil Air Regulations to
make maintenance requirements more stringent. (Applies to irregular
and certificated air carriers.)
(g) Promulgated a special regulation to require all air carriers operating at night to follow the civil airways unless specific approval is
obtained from the Administrator to operate off airways;
(h) Published in the Federal Register on July 25, 1952, a proposal to
amend the certification and operating rules (Parts 40 and 61) for
domestic scheduled air carriers. It is expected that the rule-making
process will be completed within the next three or four months and the
regulations will be adopted. These revisions are designed to strengthen
the regulations and bring them up-to-date with resulting higher safety
standards;
i) Published in the Federal Register a proposed rule to establish
higher safety requirements in the field of emergency evacuation, emergency equipment, and ditching procedures.
Administration, Management Improvement and Economies
Administratively the Board has made great strides within the past 11/2
years. A major reorganization of the Board's staff took place in February
1951, and since that time continued attention has been given to the further
improvement of internal administration by grouping activities on a functional basis.
The Rules of Practice of the Board have been revised, reissued, and put
into effect in April 1952. It is believed that the new rules will provide
material assistance to the airlines, cities, and other groups and individuals
appearing before the Board, and will enable the Board to dispose of its
workload more effectively and expeditiously.
A report system was set up in July 1951 under which the Board's Executive Director reports weekly in writing to the full Board on the major
matters pending before it.
The Board has taken over from the Department of Commerce, the performance of its accounting, payroll and purchasing functions.
In the interest of economy and more efficient utilization of its personnel,
the Board has taken the following actions: (1) Closed out two of its regional
safety investigation offices, one at Denver and one at Detroit; (2) Reduced
its fleet of automobiles from 23 to 17, and reduced the number of aircraft
operated by three; (3) Abolished its four field hearing examiner offices.

